Abstract: Road accidents cause more deaths than homicides in Latin America, nevertheless it is not highlighted as a major concern by media and society. World Health Organization put this issue in high priority by releasing the Decade of Action in Road Safety that establishes five pillars to guide national road safety plans and activities. This paper addresses the drawbacks in the implementation of these actions in Latin American countries and its implications to achieve a sustainable development. The main concerns are: lack of empowerment of the road safety management organisations; lower vehicular standards; corruption related to the enforcement of traffic safety laws to and to the construction of safer roads; absence of safety vehicular inspections; vehicle fleet increase, decrease of public transportation demand; and the absence of a safety culture. Without facing these problems, sustainable development in Latin America will be impaired, once road safety is a fundamental link to achieve sustainability.
Introduction
According to World Health Organization (WHO, 2013a) , traffic accidents are estimated to be the eighth leading cause of death globally, and are the main cause of death for young people among 15 and 29 years. Over than 1.2 million people die and 50 million get injured every year, most of them in developing countries, as a result of road accidents, with an economic lost estimate of US$65 billion to US$100 billion annually. The traffic-related deaths are forecast to rise around two thirds circa 2020 if no action is taken, without mention the human and social costs that a road accident causes. Latin America has one of the world's highest per capita fatality rate due to road accidents and is likely to rise further to over 30 per 100,000 people by 2020. Currently, the figures for Latin America are over 130,000 fatalities and 6 million seriously injured every year in road accidents. In contrast, developed countries such as Sweden, Spain and the UK have about five fatalities per 100,000 people ( Figure 1 ). Also in Latin American countries, traffic accidents kill more people than crime and violence, the average number of homicides in Latin America is 20 per 100,000 people, which is lower than the average number of people killed in car accidents each year and it is estimated that road accidents causes an economic loss of 1.5 to 2.5% of the GDP (World Bank, 2011) . This situation also causes significant impact on the healthcare system, burdening emergency rooms and delaying elective operations due to the attendance of injured people on the roads system. This is specially a concern in developing countries where the healthcare systems are critical. In addition, the road accidents have an economic impact in the pension plan system, because of the early retirement and payment of pension to relatives of the deceased .
At the Rio+20 UN Conference on Sustainable Development road safety was acknowledged in global environmental policy deliberations essential to achieve a sustainable development (United Nations, 2012) . In this way, transportation and mobility are central to sustainable development, because they can strengthen the economic growth and accessibility by safe and affordable transportation system, promoting equity for the population.
Road safety should be a shared responsibility requiring actions at international, regional and national levels. In this way, the United Nations setup some road safety initiatives, advertising the shared responsibility regarding safe mobility and drawing attention to the institutional and management aspects of road safety. In 2010, the United Nations General Assembly (United Nations, 2012; Krug, 2012 ) unanimously adopted a resolution calling for a Decade of Action for Road Safety with the objective of reducing death by half in ten years and established five pillars to guide national road safety plans. Thus, this issue is being considered a main concern in global level. Bliss and Breen (2012) depicted some challenges to manage these actions in developing countries, but without focus specifically to Latin American situation. Source: Adapted from WHO (2013a) This paper has the objective to point out the drawbacks in the implementation of Decade of Action for Road Safety five pillars in Latin American countries, which will have implications for sustainable development in the region, putting them in economic and social disadvantage. This paper is structured in five sections: Section 2 summarises the initiatives towards road safety and the Decade of Action for Road Safety; Section 3 presents the methodological procedures used to develop the paper; Section 4 presents the results and discussion about the findings; and Section 5 brings the conclusion of the paper, outline the paper objective, the main findings and future researches perspectives.
Initiatives towards road safety
There are three basic components in road safety: human (perception, attitudes, training, information, monitoring, etc.), environmental (vertical and horizontal align and signalling, traffic, speed limit, street lighting, transportation system, etc.), vehicle (age, condition and technology). The accidents causes distribution is a composition of these three components, and can be summarised as follows: in around 90% of the causes of accidents exists the human component, in around 30% exists the environmental component and in around 10% the vehicle component .
Furthermore, road safety is achieved in a holistic approach, where education, enforcement and engineering are the main points to address human, environmental and vehicle components. The international experience shows that any isolated action does not have a great impact towards road safety (Elvik et al., 2009) . Figure 2 shows the main points that have to be addressed to achieve a safety traffic system.
Figure 2
Elements to achieve a safety traffic system (see online version for colours) Source: Adapted from Johnson (2012) and WHO (2013a) In the core of the traffic system is the resilience of the human body, where lower speed, safer roads and safer vehicles are the foundations. Also the inputs that enter in the traffic system are: the road users must have proper training, not only the drivers, but also pedestrians and cyclists must be trained to enter in the traffic system, this is the role of education in a safety culture. Accident analysis is very important to obtain a comprehensive understanding of accident causation; the politic commitment is extremely relevant because this have impacts on legislation, enforcement and empowerment of entities and organisations to developed a safety traffic system (Elvik et al., 2009; Johnson, 2012; Ferraz et al., 2012; WHO, 2013a) .
WHO has been working a systematic approach towards road safety since the first decade of 21st century, starting with the publication of the first Global status report on road safety in 2009 (WHO, 2009) where evidences behind road safety interventions were appointed. Also, this report recommended the adoption and enforcing legislation relating to important risk factors, such as speed, drink-driving, motorcycle helmets, seat-belts and child restraints that had been shown to lead to reductions in road traffic injuries in some developed countries.
Since 2008, some Latin American countries have passed new laws or amended existing legislation covering one or more of these risk factors. Accordingly to WHO (2013a) , in many countries, these laws are either not comprehensive in scope or are lacking altogether and recommended that governments must do more to ensure that their national road safety laws meet best practice, and do more to enforce these laws. Thus, despite the application of these legislations, the accidents and their consequences in Latin America do not appear to diminish. The statistics showed that in Latin American countries, with no exception, the trends in road traffic deaths per 100,000 people are stable or increasing, with opposite behaviour from developed countries (WHO, 2013a) . The legislation alone is not enough to stop or mitigate the number of accidents. Hence, the legislation approach must be more comprehensive, because without the proper enforcement and empowerment of police with adequate equipments, for example, speed radars, breathalyser, the laws are not effective.
It is important to highlight that these laws are more concerned with the injuries severity reduction, because the use of helmets, seat belt and child restrains are not linked to reduce the number of accidents, but are related only to minimise the severities in a road accident occurrence. The speed limits can reduce both the severity and the number of accidents, and drink and driving are related to reduce the number of accidents only (Elvik et al., 2009; Ferraz et al., 2012) .
Other concern about the enforcement of road safety legislation is the direct relation about corruption and road safety (Arrive Alive, 2012) , because the majority of Latin American countries has low scores in the Corruption Perceptions Index 2012, with the exception of Chile and Uruguay (Transparency International, 2012) , showing that the corruption is an intrinsic characteristics of the region.
The Decade of Action for Road Safety established five pillars to guide national road safety plans and activities: Road safety management, safer roads and mobility, safer vehicles, safer road users and post-crash response (United Nations, 2011) .
Although the initiatives are valid they are not sufficient. It is necessary to obtain the engagement of the society and government. Moreover, some conditions put Latin American in disadvantage regarding these pillars, some are conjunctural and cultural, and will be addressed hereafter.
Methodological procedures
The methodological approach for the development of this article was a discussion of the five pillars proposed by The Decade of Action for Road Safety through a literature review on the topic, and research on government and third sector websites about Latin America situation. In order to achieve that, in this research, each pillar was measured by some indicators presented by WHO (2013a) and others that are pointed out by the authors to be complementary and are described hereafter:
• road safety management pillar is linked to institutional framework indicators: lead agency and funded in national budget • safer roads mobility is linked to indicators of existence of: policies to promote walking or cycling, and road safety audits • safer vehicles are linked to indicators of: average age, safety vehicular inspections, vehicle standard applied, front and rear seat belts • safer road users are linked to legislation indicators: speed limits, drink-driving, motorcycle helmet, seat-belt, child restraint, mobile phones while driving and level of corruption index • post-crash response is linked to healthy indicators: emergency medicine for doctors, emergency medicine for nurses, beds per 1,000 inhabitants and inhabitants per physician. Also, the websites of the lead agency for road safety actions were visited to obtain information and are listed in Table 1 . Table 2 summarises the results; each indicator described in the methodological procedure was evaluated for all Latin American countries and compared with three developed European countries. The UK and Sweden were selected for their recognised prominence in road safety, and Spain by its great cultural identity with Latin America. The discussion about the main results related to each of the five pillars and its implication in the Latin American countries are presented in the following sections.
Results and discussion

Road safety management
Road safety management implies that a governmental body or organisation will be in charge to address the national strategies towards road safety, like set targets and goals to be achieved, proposal of actions, regulation of vehicular safety standards, road design standards, and the organisation of a road accidents database.
By an expeditious research in the official website of Latin America countries and using the data offered in WHO (2013a) it was possible to identify that, in Latin America, road safety management is, in general, no well-established, and in the majority of the time is allocated in a minor branch of a national department or secretary, and occupies a low position in these organisations. This leads the road safety issue into a position of lower ranking on the decision-making centres, relegating it to a post of little importance. The empowerment of these organisations is also weak, sometimes with people not prepared to deal with the road safety issues and without proper financial support for the implementation of the required actions. In general, their field of action is limited and with timid results, if any. In majority of the cases, they have disarticulated actions among national, state and municipal levels. In addition, databases sometimes are not reliable, which weaken the analyses and the efficiency of actions that must be undertaken (ECLAC, 2009; Ferraz et al., 2012) .
Hence, this pillar is weak in Latin American countries, with the exception of Chile that have the National Council for Traffic Safety (CONASET) that occupied a high position and is well respected in the country (ECLAC, 2009) .
In order to change this situation, it is mandatory that the governments address the road safety management as an important issue in the country agenda. As mentioned before, road safety has implications to the economic, social and to the sustainable development and should be considered a top priority. 
Safer roads and mobility
It is intrinsic the relation of urban and transportation planning in the reducing of traffic deaths, injuries and ensuring mobility. A good example in Latin America is Bogota, Colombia, where a combination of traffic safety policies and public transportation initiatives almost half traffic deaths between 1996 and 2003 (Transmilênio, 2013) . They planned a system of articulated buses running in special lanes, combined with feeder routes from more distant neighbourhoods, which has reduced the congestion at peak hours and improve the population mobility. Bogota Government faced a huge challenge in modifying the road system, once their initiatives reduced the number of cars on the road by the implementation of an urban rapid-transit systems, that improved, in a long run, the quality of life of their inhabitants, diminished traffic deaths and injuries, reduced air pollution and brought mobility to the poor communities.
Other example is the city of Curitiba, Brazil, where their urban planning in the decade of 1980 set the structural corridors for public transit, that have been revised and updated, and have one of the lowest accidents rates in the country and good mobility of the inhabitants (Wright, 2002) .
But these examples are too far apart from the reality of most large and medium cities in Latin America, where the development is based on almost solely motor vehicles, and in the last past two decades on individual vehicles, specially motorcycles which have increased the number of deaths drastically Bastos et al., 2012) . The cities are sprawled without a proper planning making the public transit face problems like the route length enlargement -because of the expansion of the cities limits, with roads that are not design to support the boost of vehicle fleet, resulting in lowest commercial speeds which rise the travel time (Cohen, 2004 ). This situation is well known as the vicious cycle of public transit in Latin America, each year more passengers migrate to private transit; this compels the increase of public transit fares and vehicle fleet (Yosef et al., 2013) . To make the situation worst, the broad finance facility to the ownership of private vehicles, consequence of the economic development of the last decade, has speeded the car and motorcycle fleet growth (BBVA, 2010) .
In addition to that, transport infrastructure and services in Latin America often have not been enhanced or properly maintained, resulting in urban centres suffering from congestion, poor air quality from vehicle emissions, substandard mobility and high rate of accidents (Onursal and Gautam, 1997) . This significant vehicle fleet increase becomes even more problematic due to the city design, especially the downtown, dating back to the colonial period, with narrow streets and exiguous sidewalks (Fraser, 2005) . This situation has influence in the fatalities profile; in the USA and Canada, most of the people killed in traffic accidents are drivers. In Latin American countries like Mexico, Colombia, and Costa Rica, however, 40% of the victims are pedestrians, 60% in El Salvador. In other words in Latin America the poorest inhabitants are at great risk in road traffic (WHO, 2009) .
In 2009, around 83.5% of the population in Latin America lived in large cities, resulting in a huge concentration of vehicles. Some examples are Lima, which have two thirds of all the vehicles in Peru; Buenos Aires province, with half of all the vehicles in Argentina; and Caracas with 38% of the vehicles in Venezuela (BBVA, 2010).
Some actions are been taking, for example, in Brazil a new law 12.587/2012 (Brasil, 2012) for master plan in road mobility was launched in 2012, wherein the municipalities have to promote sustainable transportation ensuring proper infrastructure to public transit, walking and cycling, where financing funding is provided to remodel and/or built the necessary infrastructure. Nevertheless, this action will take several decades to change the situation, if the municipalities have the strong will to change the status quo of their car dependency situation. Table 3 presented a summary of the advance of national policies and designs in South American countries and Mexico. It is important to highlight a concern in the initiatives towards sustainable transportation in some Latin American cities where infrastructure with lower safety standards has been applied for vulnerable road users, such as cycle paths implementation, notwithstanding are increasing the risk and casualties of cyclists and pedestrians. Other challenge to be approached is the cost cargo transportation raise that Latin American countries are facing due an impaired and bottlenecked transportation system, which makes that their competitiveness be forfeit in the roads with consequences to the economy and to sustainable development. So the efficiency and the sustainable initiatives obtained in industries and in the agriculture are annulled by the inefficiency in the transportation (Crespo, 2008) .
Safer vehicles
Only 5% of the causes of accidents are directly linked to solely vehicle factors. This percentage may be higher depending on the average fleet age for each country and the vehicle conditions. Thus, the implementation of safety vehicular inspection is essential, since the vehicle factor has a significant impact in the occurrence of accidents and is an easy solution if compared with changes in the infrastructure or the human behaviour Elvik et al., 2009) .
The majority of Latin American countries have legislation about vehicular inspections, especially to the cargo and transit vehicles, and some included private vehicles (car and motorcycle). Nevertheless, this vehicular inspections, in mostly of the cases, are for environmental purposes and not concerned with safety contents. Few Latin American countries are making safety vehicular inspections in private cars. In Sweden, the vehicular inspections that include safety checks are mandatory since 1965 for all vehicles (Bezerra et al., 2005) . In Europe, the Directive 96/96/EC demand the periodic inspection in all vehicles and sets the minimum standards and the periodicity of the inspections for all European Community. In Latin America, Chile was the first country to adopt the vehicular inspections that includes safety checks for all vehicles, in the 1990 decade. The mandatory of vehicle inspection to all vehicles in Brazil was defined by Law 9.503/1997; however, to date this obligation not entered into force. Only Sao Paulo and Rio de Janeiro cities adopted vehicular inspections to private vehicles, but only concerning to air emissions.
With a vehicle inspection system implemented and executed properly is expected a 50% reduction of accidents caused by defective vehicles and a total reduction of accidents around 5% to 10% (Bezerra et al., 2005) . It is estimated that in Europe the mandatory periodic vehicle inspection have:
• Avoided between 63,000-127,000 accidents without casualties per year.
• Avoided between 19,000-36,000 accidents with victims per year.
• Saved 1.2 million tons of fuel per year.
• Reduced the total emissions of CO by 20%.
• Reduced to HC emissions by 10%.
• Increased the awareness of the environment and road safety.
• Brought information to used car buyers.
• Created new jobs.
The average age of Latin American vehicle fleet is around 14 years, compared to nearly 10 years in Spain and the USA. In Argentina is 19.5 years, Bolivia 23 year, Chile 11.1 years, Ecuador 10 years, Paraguay 14.2, Peru 17 years, Brazil 9.3 years (Hidalgo, 2011; Sindipeças, 2012) .
One of the most embarrassing situations found in Latin America, is the unabashed differential treatment of car manufacturers, who charge higher prices for Latin America and offer inferior vehicles in terms of safety. The average price of a car in the region is around €13,000, with Argentina (€20,000) and Chile (€7,500) having the highest and lowest prices respectively (BBVA, 2010) . On the outside the cars look alike to similar sold in Europe, but safety items required there, are not included, and some cases are sold as optional which increase excessively the final price of the vehicle (Stocker, 2012) .
In 2010, the BID joined the New Car Assessment Program (NCAP) for Latin America, which aims to determine whether the motor vehicle manufacturing site meets the required safety standards in more developed regions. Latin NCAP specialists declares that because of the lack of legislation in Latin America, cars that would not be permitted in other markets are allowed on the roads, this is another vicious cycle in Latin America -governments not doing enough to improve standards and manufacturers providing the bare minimum. In other words, buying a car in Latin America means to be less protected than the buyers of the same model in Europe or the USA. The main objective of Latin NCAP (2012) is put safety as standard instead of leaving to the consumers the decision whether airbags and ABS are a luxury instead of a basic safety requirement. The change will take some decades to achieve positive results, due to the time for replacement of the entire fleet in the region.
The average years of the car fleet diminished in great part due to the rapid growth of the automobile sector, the sales in Latin America grows around 15% per year, with 6.5 million of new vehicles sold in 2012. Some reasons for this boom are the increase of domestic demand, low finance costs, and progress on tariff reductions related to trade agreements. This cycle will continue for a few more years, as the region's economic growth gave rise to a segment of middle class, relatively young, that will give an extra boost to car sales. The motorisation rate in Latin America is lower than developed countries and the highest rates are in Argentina 6.3 people per vehicle and Mexico 5.2 against an average of 2 in European countries and 1.2 in the USA (BBVA, 2010) .
Besides, the decline of average age of vehicle, the number of vehicles with more than 20 years is expressive around 5% to 20% (BBVA, 2010) . It must be stressed that the average fell down due to the number of new cars, but the old cars are still on the roads.
In summary, the combination old cars, lack of safety inspections, lower vehicular standards, and fleet increase is the worst-case scenario to Latin America in terms of road safety and sustainable development. More researches must be made in this field to address these questions and to bring awareness to society and pressure the Latin governments to better standards and safety inspections.
Safer road users
Safer road users could be highlighted as the main pillar, hence in 90% of accidents exists the human component, so it is almost straightforward to account for the human behaviour as a key factor and component towards road safety which sometimes make authorities believe that other key factors as old and unsafe vehicles, inadequate road system, inexistence of proper safety management are not priority target.
The belief that injury must be prevented from a change in individual behaviour is dated from 18th century where injury was first designated a public health problem by the German physician Johann Peter Frank (Baumgartner and Ramsey, 1933-1934) . The idea was that successful injury prevention requires a change in individual behaviour by the use of laws and enforcement to induce people to comply safe behaviour. This idea focuses on individual behaviour as the cause of injury and ignored factors that create hazardous situations. This idea still predominant until the middle of 20th century, when the publication of paper from Hugh Daven in 1942 (Waller, 1994) , stated that injuries would be minimised by altering the environment rather than individual behaviour. For him, luck has no place in injury or survival outcomes. His efforts were to combine biomechanics and ergonomics to design safe and comfortable workplace and environments. He examined the effects of kinetic or mechanical energy on survival from falls involving heights of 50 to 150 feet and concluded that if aircraft and cars could be designed to soften the impact from a crash and to distribute the pressure exerted on occupants would enhance survival and lessen the injuries. Daven was an inspiration to researchers to study body resilience and injury thresholds which is the amount of impact that the human body can absorb before it sustains an injury.
William Haddon, among others scientists, changed the injury control theory during the end of last century remarking that the construction safer environment is more efficient than just relying on the ability of people to adopt safer behaviour (Rockett, 1998) . However, this approach must have legislations and enforcement to make the environment safer. The main point is that humans are not perfect, they will make mistakes and this is a normal behaviour. Yet, individuals do not need to pay with their lives when such mistakes took place.
Another point of concern about this pillar is that Latin American tend to believe that if a bad thing happen to a person it is a divine punishment, or that her/his faith is not strong enough, or even more that is desire of the divinity to test her/his strength. They accept death or injury as a God's plan. It is not our intention to discuss religion in this paper, but this cultural behaviour must be highlighted in order to understand the Latin Americans conduct towards safety. Of course road accidents are not a divine message, hence a combination of contributor factors that lead to this unwanted event. Also the word accident is not a good term, because gives the impression of that the event could not be prevent or predicted where in most of cases it can (Loimer and Guarnieri, 1997; Rockett, 1998) .
Nowadays, the course of action is to attempt to achieve a balance between both trends. The environment must be safe and individuals must have a safe behaviour, and this encompasses a new theory designated safety culture. This can be described as an environmental component in organisations spectrum, where the individuals are committed towards a safety behaviour that will lead to a safety place to work. A good definition of safety culture could be as in the following statement:
Safety culture is the enduring value and priority placed on worker and public safety by everyone in every group at every level of an organization. It refers to the extent to which individuals and groups will commit to personal responsibility for safety, act to preserve, enhance and communicate safety concerns, strive to actively learn, adapt and modify (both individual and organizational) behavior based on lessons learned from mistakes, and be rewarded in a manner consistent with these values. [Wiegmann et al., (2002), p.8] This concept was, over the past decades, applied at organisations in high-risk industries such as nuclear power, and have bring awareness of the role that safety culture has in achieving safety operations. The safety professionals of other organisations started also to consider this culture in mitigating risk into their environment. The United Nations also acknowledge the application of safety culture, but the main problem is that the traditional concept is applied to individuals inside of organisation physical boundaries, and the concept of traffic safety culture implies the whole society, making difficult to control the environment and to monitor personal actions towards the safety culture (Wiegmann et al., 2007) .
Other important point to accomplish a reduction in accidents, that is indirectly related to traffic safety culture, is the commitment of the population that only will be achieved by the establishment of policies based on shared responsibility by state and civilian population. Some of the difficulties in implementing these policies reside on wrong assumptions without integration and knowledge of the peculiarities of community that ends with behaviour campaigns that have opposite results than originally planned generating community animosity and the failure in achieving the safety goals (Hastings et al., 2004; Rayner and Howlett, 2009 ).
This pillar must be seen of equal importance, not the most important, because this can lead governments to transfer the entire responsibility burden of road safety to the individuals, as happens in most Latin American countries already. Also the cultural concept that accidents are divine desires and are not preventable must be addressed to the change the road safety situation in the region.
Post-crash response
If the other pillars failure this pillar avoid that the consequences of an accident will result in death or a permanent injury. Accordingly to the Atlas de los sistemas de salud de América Latina (Frenk, 2011) , the challenge for the next decades to the region is the mobilisation of additional resources to face the problem of lesions, which are one of the main causes of death in all Latin American countries. Three main indicators could be used to assess the healthcare situation.
The first indicator is the relation of inhabitants per physician. In Latin Other indicator is the number of beds per 1,000 inhabitants, which is recommended by WHO around 2.5 to 3 beds per 1,000 inhabitants. According to the studies of FIA (2008) and CEPAL (2012) , this indicator in Latin America did not improve over the years, and some figures of this indicator are in Argentina 2, Brazil 2.6, Chile 2.5, Colombia 1.2, Venezuela 0.9, Mexico 0.7, with an average of less than 2 in the Latin America Region.
The third indicator is the average percentage of the GDP in total expenditure on health, which in Latin America is around 7%, range from 4.8 to 10%. In Europe, the range is around 9% to 12% and in the USA is 17% (WHO, 2013b) .
So the major issues on this pillar are: Latin American countries have the lower values of beds per 1,000 inhabitants; highest values of inhabitants per doctors. The post-crash response need to be fast, what does not happen if the accidents by chance happen in rural areas or congested urban areas, when the time response is high. The situation is more critical because the average numbers of those indicators do not account for an uneven distribution of services and physicians in the territory. Usually, doctors and hospitals are concentrated in large metropolitan areas, and some specialised services related to traumas suffered in a road accident are found only in major cities. Thus, the site of the accident is prevalent on the chance of victim survival.
Concluding remarks
Latin American countries have a long way to achieve an acceptable road safety level. Some good examples exist in the region, but they are still timid and limited in some cities and not in the country as general rule. The corruption is a concern in the region, and it is related to all sorts of problems, that are in some way connected to road safety, weak the enforcement of the law, lower the standards to vehicle manufactures and to road design. The safety culture must be established not only in road safety concerns, but also in a broad aspect. Organised society should pressure the public administrators towards safer environments and vehicles. Technicians should improve research and publish the results in accessible media. The governments must be willing to change their countries situation regarding to safer vehicles, urban and transportation planning, healthcare and enforcement of laws. These issues should be addressed because any kind of violence or danger situation harms individual and collective health, damages the economic growth and endanger the sustainable development of the nations. This paper had the objective to detach the main problems related to the implementation of the five pillars of the Decade of Action for Road Safety in Latin America. This paper does not have the intention to bring the solutions for these problems. Nevertheless, it remarks the weak points that should be improved to achieve a better road safety situation in Latin America; otherwise could impair the sustainable development of the region, increasing even more the economic and social gap compared with developed countries.
To address these questions for Latin American countries further researches are necessary. Profound analyses of the summary presented on Table 2 , seeking for significant differences in indicators by countries, as attempt to measure the impact that best practices can produce on those indicators, should be an interesting approach to continue these surveys.
